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Executive Summary

The City of Garden City, Kansas requests $14,9&0i9a IGER funds for th&outhwest Chief
Route Improvement Project These funds will be applied to the La Junta $uasidn of the
Kansas Division of the BNSF Railway. They will te&ie 54.9 miles of the 158 miles of bolted
rail sections between Hutchinson, KS and Las Anjr@&3 to FRA Class IV condition with
continuous welded relay rail, new turnouts, andgliaad grade crossings. This grant will be
combined with $9,300,000 of state, local, and gevands for a total 38.3% match. The
rehabilitation effort will preserve the passengawvge of Amtrak’s Southwest Chief long-
distance train through central Kansas and soutbea€olorado. The grant is 100% rural; the
restored track falls outside urban zones. Theeptghould meet the requirements of a NEPA
categorical exclusion and can be fully completeftecthe end of 2015.

If awarded, the TIGER grant will make a substardifference to the quality of rail passenger
service in Kansas and south eastern Colorado tiageke decline in the route since the magic
and romance of the famous Santa Fe Railway’s SOpmf. Speeds have dropped from 90
MPH in 2002 to 60 MPH today and are in imminentgkarof dropping again to 30
MPH...slower than a farm tractor. If this decline is notersed, the train will be terminated or
rerouted. The general public is becoming increggiaware of this situation; politicians and the
media are building public sentiment for a call ti@n. The TIGER grant provides the final
piece of a program to reverse the trend, triggemiagching contributions from Amtrak, the
Kansas Department of Transportation, and the BN&RRyY. The pooled resources of these
entities, along with matches from local communitrepresent a competent team to take on this
challenge.

Although making a significant improvement, the TISEvestment does not address the full
rehabilitative needs of the route. It does addilessnost-urgent needs of the route allowing
only minimal assumptions to be made on the additiogstoration to assess the standalone
benefits of the grant. Portions of the route &illlto 30 MPH in the 20-year benefit analysis;
however, they are delayed by ten years. Despieeitiremely conservative assumption, the
investment still has a positive benefit/cost ratid.55 at the 7% rate and 2.43 at the 3% rate.
The TIGER investment saves each Amtrak Southweigf @ain a peak 2.4 hours of transit time
in the final six years of the analysis. This résul benefits associated with economic
competitiveness, quality of life, and safety. Timproved right-of-way and the subsequent
BNSF maintenance commitment to Class IV standagsigiing from the TIGER grant greatly
increase the state of good repair. More imporyattte award of the grant demonstrates the
public and private commitment to begin the restoradf this important intercity transportation
link and treasured component of American history.
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|. Project Description

The purpose of this grant application is to
secure a portion of the funding for the
Southwest Chief Route Improvement projec
The Southwest Chief is a popular Amtrak
long-distance passenger service operating
daily between Chicago and Los Angeles. A
segment of the route through Kansas and
eastern Colorado is on a BNSF Railway
subdivision where freight traffic levels no
longer justify the investment required to
support passenger train speeds. The condit
of the route has been deteriorating and will
erode to the point where operation of the tr
on the route is not feasible. The Southwest |
Chief provides a critical passenger
transportation need for rural communities in BEEEE AR B
Kansas and Colorado. There is broad local, rejenménational support for this traln The
stakeholders in its continued operation, includi@mpsas, Colorado, the local communities,
Amtrak, and the BNSF Railway have developed a fdaaddressing the infrastructure needs of
the route and have committed funds to its rehalitih. The TIGER funds represent a key
component of the funding program and, if awardet,preserve passenger service along this
route.

T

History of the Train

The route of the Southwest Chief was first surveygthe Atchison, Topeka and Santa Fe
Railway in the 1870’s becoming part of a transawenttal link to Los Angeles in the 1880’s.
The route took it through the Raton Pass in nontiNew Mexico and sparked the first of two
“Colorado Railroad Wars” with the Denver & Rio GosnWestern Railroad for control of the
pass in 1878. Many legal maneuvers, political parsg), and even hired gunslingers resulted in
the Santa Fe controlling the pass. (The secondwarthe Royal Gorge route was much more
dramatic with actual gun battles occurring betwientwo railroads.) Despite the competition
for the Raton Pass, it ultimately became a bottkrer the growing traffic over the route. In
1908, the Santa Fe completed the Belen cut-off kvprovided an alternative transcontinental
route further south which bypassed the steep grafdibe Raton route. While the Santa Fe
continued the passenger service on the originaéraauch of the freight moved to the southern

TIGER Grant Application Confidential Business Information Southwest Chief Route
Narrative Redacted Improvement Project

Page 2 of 26



route. The southern route has acquired the lahelSouthern Transcon” and has become one of
the most heavily-traveled freight routes in the iavith a peak of one-hundred trains per day.

The Santa Fe supported the passenger route witli pramier trains operating between Chicago
and Los Angeles. The flagship train was the S@peef; carrying with it a degree of mystique
transporting Hollywood celebrities, serving gourmedals, and providing superb passenger
service. The train’s timetable supported a 60 MiRErage and reached 100 MPH in places.
High-speed passenger service was important todhta$e. While other railroads just lowered
passenger speeds, the Santa Fe maintained theived&atomatic Train Stop system to support
high-speed service following the federal mandatgiireng such technologies. The installation
of continuous welded rail on the route in the [E®80’s was one of the earliest applications of
the technique. The Santa Fe operated the Supef @ith its high level of passenger service
until the formation of Amtrak in 1971. Amtrak camied to operate the train under the Super
Chief name for another three years when the Santad€inded the right to use the name due to
declining quality of passenger service. Amtrak ai@wed to use the name Southwest Chief in
1984 after the delivery of the new Superliner eqept and an improvement in service. The
Southwest Chief is a popular long distance tramMimtrak; fiscal year 2013 ridership was
355,815 and ticket revenue was $45,129,8Te Santa Fe Railway merged with the
Burlington Northern Railroad in late 1996. In 20@% company changed its name to the BNSF
Railway.

a. Transportation Challenges and the No-Build Scena  rio

The section of the Southwest Chief’s route regaydims grant application is on the La Junta
Subdivision of the Kansas Division of the BNSF Ray through Kansas and Colorado. The
train enters the eastern end of the subdivisiongast of Strong City, KS at MP 124.7 and stays
on the subdivision through its entire length to Rasmas Junction, CO at MP 533.6 for a
distance of 409 miles. Starting at Hutchinson,tK&e is a gentle, continuous, and almost
constant upgrade heading west with an elevationgdhaf 2,400 feet between Hutchinson and
Las Animas.

The legacy of the Santa Fe’'s commitment to passesggeice is evident when one examines the
right-of-way of the La Junta Subdivision. Easthitchinson, KS the track is a combination of
continuous welded rail (155 miles) and bolted (888 miles). Much of the continuous welded
rail (CWR) was installed from 1956 — 1960. Thetédlrail was installed between 1940 and

! (Amtrak, 2013)
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1955 and was very well maintained such that mudhef
rail is 30% past its normal useful life but still generally in
good condition for salvage. The excellent conditio
which it was maintained during the Santa Fe ydheslight
freight traffic on the line, and the generally gjhd track

. west of Hutchinson has allowed the line to main@liass
IV (80 MPH passenger) status over the years debpitied
investment in it.

Unfortunately, no right-of-way can be sustainecheitt
significant investment and that holds true for theJunta
Subdivision. In 2002, 113 miles of the route waefst
mp s - Hutchinson, KS was Class V (90 MPH passenger) and
Figure 1 - Right of way near approximately 200 miles were Class IV. The detation
Garden City, KS of the route is evident in the current 79 MPH pagse
speed limit. Only 125 miles are at 79 MPH (mosivbfch is the former 90 MPH track).

b g

BNSF currently publishes 183.8 miles of permaneeed restrictions in the 2011 Employee
Timetable. The vast majority of these are contusugections of Class Il track at 60 MPH and
most occur between Hutchinson and Las Animas (MPt@MP 533). There are also a few
speed restrictions for grade crossings and othadtitons typically in towns and villages. BNSF
reports these speed restrictions result in 19 ragaf delay to the Southwest Chief over those in
place when the current operating agreement wagdigith Amtrak in 1996. Figure 2

illustrates the current speed restrictions with@ess IV track in green and the Class Il track in
red.
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Figure 2 — Map of La Junta Subdivision and speed re  strictions west of Hutchinson, KS

The issue at hand is that the much of the rail ai¢etbe replaced or much of the track will drop
from Class IV to Class Ill and the current Clagsédgments will drop to Class Il (30 MPH
passenger) operation in the foreseeable futureSBMNas not ignored the line or deferred
maintenance. It has spot-replaced approximateini®& of CWR in the bolted-rail sections
and has converted many bolted-rail curves to C\MRBspite this ongoing maintenance, a capital
program is needed to keep the line at a ClasndIl® status required for an economically
feasible passenger operation. The line does net tie freight traffic for BNSF to justify that
sort of investment. Average tonnage over the aestwest of Hutchinson, KS is between five to
seven trains per day. BNSF has stated they captan all-Class Il status for their limited
freight operation. If the investment were to o¢éuwould need to be primarily funded by
Amtrak and public funds.

The 2013 Southwest Chief's timetable between Hasxm, KS and Lamar, CO covers the 270
miles in 279 minutes for an average 59 MPH spé&dtk eastbound trip is the same at 279
minutes. There are two intermediate stops at D&itye KS and Garden City, KS. A computer
model of this run over the route from just wesHatchinson to Las Animas Junction, CO using
the typical Southwest Chief consist of two GE Pddmotives and nine coaches was run to
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Speed (mph)

establish the impact of the deterioration of tihe lon schedule times. The simulation includes
five minute station times at Dodge City, GarderyCaind Lamar to align with Amtrak’s 2013
published timetable. Figure 3 shows the outpuhisfsimulation under the current conditions of
the Amtrak timetable. The speed restrictions ftasmBNSF employee timetable are illustrated
in the diagram.

Speed & elevation vs distance (La Junta Subdivision )
2 P42's and 9 coaches @ 79 tons ea
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Figure 3 — Southwest Chief speed versus distance (2 013 timetable schedule)

The Class IV track will drop to Class Il beforeetbnd of 2015. Most of the class IV is the old
CWR installed in the 1950’s. Inspection reportsrirBNSF indicate this change in

classification is imminent. The change from Clak® Class Il will primarily occur in the

bolted rail sections of the line. (Some of the CWRpot-replaced in the bolted sections; it will
follow the drop in speed with the rest of the smtl When the change occurs is a function of
accumulated tonnage over the rail, speeds, cuangispther factors. Typically, rail life on

curves is less than that of tangent track. Manhefcurves in the bolted rail sections have been
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replaced with CWR. The expected life of rail oghily maintained, tangent track with no grade
is 400 — 600 million gross tons (MGT). The remagnbolted rail installed by the Santa Fe rail
in the La Junta subdivision is listed by year irblEal.

Table 1 — La Junta Subdivision bolted rail by year installed

The projected deterioration of the bolted rail gets of the route is based on the year installed
and the estimated accumulated MGT on the rakssumes the 1940 rail will drop to Class Il by
2016, the 1949 rail will drop to Class Il nine ygéater, and so on for the others. Using this
assumption and the drop of Class IV to Class 11208¢5, the following timeline is assumed for
the no-build scenario:

Table 2 — Track classifications - projected no-buil ~ d scenario

B BB P | B PR|B| BB
BN R PR R| R R|R| P
FH+

$ $

The simulation was run using these assumptiongdegathe deterioration of the track. Table 3
shows the results of these calculations. Eacheofdws in the table represents a threshold when
all of a track class transitions from one clasth&lower class.

Table 3 — Southwest Chief schedule times based ont  rack condition (no-build scenario)
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The projected deterioration of the line adds
approximately 3.6 hours to the schedule. The
Southwest Chief arrives in Los Angeles at
8:15 AM, although hour-early arrivals are
occasionally reportetl. The Amtrak
mechanical crews have ten hours to service
the train for the 6:15 PM return trip.

Although 3.6 hours significantly erodes the
turn-around time and any contingency for late
inbound arrivals, some mitigation can be
made to accommodate this. However, the

track deterioration and the 3.6 hours delay &( )8) * 4ol

greatly impacts the passenger experience and, . /(0$ (1 2 $) * o

makes the passenger operation not feasible. A

bumpy, rocking, nine-hour, 30 MPH ride across Karesad eastern Colorado is not an attractive
option to consider. Ridership would decline andtrak employee efficiency would suffer.

Amtrak’s options are to terminate the train or tgeoit if this scenario occurs. Termination of
the route is politically difficult for Amtrak. Theain provides one of the few public
transportation options for much of central Kansas @astern Colorado. There has been much
press coverage regarding the potential loss ofrétie with many news clips, editorials, and
articles lamenting its demise and calling for acti€Colorado has recently passed legislation
establishing a commission to analyze how to prestre service. Many communities and
facilities along the line look to the train as aang to boost tourism and bring recreational

! (Amtrak, 2012)
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dollars to their localities. The Philmont Boy Stoanch in Raton, NM counts on the train to
transport thousands of Boy Scouts in the summer.

Rerouting of the train is also highly problematlo. addition to the political impact of central
Kansas, eastern Colorado, and northern New Meggiod service, Amtrak will have to assess
the lesser of two evils between moving the traith@BNSF Southern Transcon route or the
parallel Union Pacific route through Kansas, Oklaho Texas, and New Mexico. Both of these
alternate routes are heavily used freight linesdh@a near capacity. Neither of these is an
attractive option for Amtrak and to shift the Chsafoute would involve tremendous costs in
negotiations, access fees, disruption to freigiffity, train delays, etc. Communities that have
invested in station facilities along the curremgament would see those special purpose assets
go to waste. A benefit cost analysis regardingehmptions would certainly result in significant
no-build costs and would highly favor the build sago. Such scenarios require sensitive
negotiations at the senior executive level andtsubisl social, economic, and strategic analyses.
As a result, the no-build scenario chosen for #nmeelfit cost analysis in this grant application is
the most conservative, and assumes that the waiimces on the present route and absorbs the
costs arising from the associated delays.

b. Proposed Project Engineering Description

The project proposed for this grant applicatiorlaegs approximately forty-five miles of the
bolted rail with new 136 or 141 pound relay railtbe La Junta subdivision between MP 220
and MP 533. The majority of the new rail wouldibstalled in Kansas although some of the
1940 rail east of Las Animas is a candidate fotawgment Roughly 20 turnouts would be
replaced, 1,050 tons of ballast applied, and Igatle crossings repaired and restored. The
rehabilitation work would be performed by the BNB#gineering Department. The outcome of
the project would be approximately fifty miles aflrmaintained at Class IV standards. Given
the present quality of new rail and the traffic dibions on the line, the life expectancy of the rai
is beyond seventy-five years. BNSF also agreesaiotain all track restored under this project
to Class IV standards.

At this stage of the project planning, the speddizations for the new rail have not been
identified. BNSF has assessed the entire secgtwden Hutchinson and Las Animas resulting
in a total 149 miles of bolted rail (excluding thgot-replaced CWR) to be renewed and has

! Rehabilitating this section makes use of the foiles of CWR already installed and removes sonta@bldest
rail on the route.
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provided a preliminary budget in terms of costaf, turnouts, ballast, and grade crossing
panels. The final determination of the work sité$ depend on various factors which will be
addressed in the event the project moves aheagl.gddl of the project is to maximize the gain
from the forty-five miles of new rail, making imprements to the route such that it can sustain
passenger operations for a number of years. Effwit be made to incorporate sections of spot-
replaced CWR, rehabilitate sections adjacent totlggnal CWR, and to eliminate the worst
segments of the bolted rail.

c. Build Scenario Transportation Impacts

To understand the impact of the forty-five milegedtored track and how it can keep the route
sustainable, a number of assumptions regardingenhemuld be installed were made. These
may or may not be the actual location as the eeging work involves many variables driving
the locations selected for repairs. However, rdigas of the location, the net effect on the
schedule is similar enough such that a reasonahleae of the cost of the work and the
benefits from the project can be made. Cost estgnaresented in this application use per unit
costs provided in the BNSF budget. Unit quargiiee determined from the BNSF La Junta
Subdivision track diagrams.

Another simulation was run with the new track iflsth Assumptions are the existing short
distance speed restrictions are civil-based anelimainated and that the rehabilitation is in
continuous sections on restored track. The redtareas are:

A 23.3 mile segment between MP 354.7 and 378 betweelge City and Garden City.
This section includes 21.2 miles of new rail ancbiporates 2.1 miles of existing CWR
installed as spot repairs. This section replacésrtles of 1940 rail and 18.4 miles of
1949 rail. This section begins just outside thel@oCity limits and passes through the
villages of Cimarron, KS (population <2,000) anddiis, KS (population 306).

A 20.7 mile segment between MP 403.0 and MP 42&fwest of Garden City. This
section includes 16.9 miles of new rail and incogpes 3.8 miles of existing CWR
installed as spot repairs. This section replacgsrles of 1949 rail and 8.6 miles of
1950 rail. This section is also adjacent to thginal CWR starting at MP 423.7 and
running to MP 453 for a continuous fifty miles ofM® track. This section begins just
outside of Garden City limits and passes throughvittages of Holcomb, KS
(population 2094) and Deerfield, KS (population 700
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A 10.9 mile segment between MP 520.1 and MP 53K&0gast of Las Animas, CO.

This section includes 7 miles of new rail and iparates 3.9 miles of existing CWR
installed as spot repairs. This section replac@smles of 1940 rail and 1.0 mile of 1949
rail. This section begins south of the John Mamiservoir in Bent County, CO and does
not travel through any villages or towns.

Totals include 45.1 miles of restored track anarporate 9.8 miles of existing CWR bringing it
back to Class IV status for a total of 54.9 miles.

Since the project addresses fifty miles of the weestions of the line and does not address the
remaining one hundred miles, the build scenaria@s¢e evaluate the impact of the continued
deterioration of the line on the sustainabilityttod train.

The TIGER project focuses on the bolted rail sextiand not on the existing Class IV CWR
track. As described in the no-build scenario,@teess 1V is expect to fall to Class Il by the end
of 2015, about the time the TIGER work would be ptete. The TIGER work also eliminates
8.8 miles of the 1940 rail (mixed with 4 miles pios-CWR) which is expected to fall to Class Il
by 2016. Projections for the build scenario assume

With the TIGER funding and BNSF/Amtrak commitmeatie route, funds are raised
from sources to address the final 10 miles of 1@l0emaining such that the particular
segment remains at Class Il

With the TIGER funding and BNSF/Amtrak commitmeathe route, funds are raised
from sources to keep 53.3 miles of bolted rail tasS Ill through 2035

52 miles of the bolted rail drops to Class Il feliag the same timing as projected for the
no-build scenario

The assumption that funds will be found to addtkesl 940 rail and the Class Il status of the
remaining bolted rail is a reasonable assumptlbis based on the historical funding tendencies
Kansas and Colorado have demonstrated for ragp@mation funding, Amtrak’s support of the
train, BNSF’s ongoing maintenance of the line, grelpolitical pressure growing in Colorado to
preserve the route of the train. Kansas DOT hasaged $5M annually for loans and grants
related to rail projects. Colorado created a Doviof Rail and Transit in 2009 which receives
approximately $15M annually from various state-ased fees to provide a relatively steady-
state funding stream. Much of the funding goesansit but it has been used for joint Amtrak
projects, particularly in stations. With Amtral$4M match in this TIGER program, Amtrak is
demonstrating a commitment to the train and itsesurroute for the foreseeable future. Amtrak
will support the efforts of the states and comniaaitlong the route to secure the funds to
complete either the additional repairs assumebigapplication or the installation of new rail
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started with this TIGER program. BNSF has beeninga&ontinuous repairs to the line as
evident in the spot-repairs of CWR. The growinglragoresence, Colorado’s legislation to
create the Southwest Chief commission, and thécpaation of the communities in this grant
indicate this funding will likely be secured.

Figure 4 is a chart illustrating the impact of IH&ER grant on the average speed and time
across the route. As can be seen, with the TIGRtdravel time between Hutchinson and Las
Animas improves by 145 minutes over the no-buikhseio at year 2035. Average speed
increases to 50 MPH from 36 MPH. Note that theaye speed drops in 2015 in either
scenario, reflecting the transition to Class Itinfr Class IV of the original 129.6 miles of CWR.
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Figure 4 — comparison of speed and time over route in no-build and build scenarios
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If the TIGER grant is awarded and once the adnratise functions are finalized, the rehabilitatiwork could be completed by the

end of 2015. Figure 5 is a timeline showing thidoand no-build scenarios with the major everdteli.

The Amtrak Southwest Chief Route Improvement Proje¢

Engineering and Performance Assumptions for Préedd/No-Buid Scenarios
Subdivision: BNSF Railway La Junta

Segment: MP 221 to 533

No-Build Sce nario

vear] 2015 | 2016] 2017 201d 201y  202p 2031 20b2  2d23  2p24  Jo2so26 3 2027 | 2028 2020] 203  203]  203p 2043 204  2dss 2036 2p37
Class IV All 1940 All1949  All1950 Al 1951 All 1955
Projects Track | drops to railto e — maintenance only rail to rail to railto <« maintenance only===>» railto = maintenance only
Class lll  Class Il Class Il Classll  Class I Class Il
<«—— Existing CWR to 60 MPt
Speed| Track Average speed 36 MPH
Bolted rail decreasing to 30 MPH All bolted rail to 30 MPH
Build Scenario
vear] 2015 | 2016] 2017 201d 201y  202b 2031 20b2  2d23  2p24  Jooso26 2 2027 | 2028 2029] 203  203]  203p 2043 204  2dss 2036 2p37
New
Projects relay XXXX  TIGER VI project takes place in 201& maintenance only
CWR
Class IV All 1949 Portion Portion Portion Portion
Projects| Existing drops to rail 1949 rail 1950 rail 1951 rail 1955 rail
Class Il removed to Class Il to Class Il to Class Il to Class Il
Projects| Funding <= Funds secured from sources to support Class lihteiance of bolted sectio
<« Relay CWR at 79 mph
Speed Track Average speed 50 MPH
Portion of bolted rail decreasing to 30 MPH

Figure 5 — Build and no-build timeline
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Il. Project Parties

Garden City, Kansas (Applicant)

The City of Garden City is the applicant for thisSER grant. Garden City has been the leader
in obtaining support for this effort, initiated tAéGER grant application process, and has
managed its development. Garden City has beevedottransportation investments. Through
partnerships with the state of Kansas, Amtrak,faddral programs, Garden City has invested
approximately $1.3 million in the Amtrak depot,asexample of past support.

Amtrak

Amtrak is the stakeholder offering the largest fiederal contribution of $4M. Amtrak’s
executive management has expressed strong supbe continuation of the train and
Amtrak’s operations team has been active in theldgwment of this grant application.

Kansas Department of Transportation

The Kansas Department of Transportation (KDOThesdtate agency responsible for
development and maintenance of public state tratefpmn assets. KDOT has implemented a
state rail transportation plan and historicallydamail related projects. KDOT has committed
$3M in non-federal matching funds to this projelftawarded, KDOT will handle
administration of this grant. KDOT has experiendn other TIGER programs in the past and
can apply the necessary resources to make manageathit successfully.

BNSF Railway

BNSF Railway has demonstrated a strong commitneetiitet current route of the Southwest
Chief and applied considerable resources to theldpment of this application. BNSF made
two business car inspection trips over the linenftdutchinson to Las Animas junction to
carefully evaluate the condition of the right-ofynend develop a project scope for the
rehabilitation of the route. BNSF has committe/$2 non-federal matching funds to this
project and commits to maintain the restored segmaes Class IV condition outside of their
contractual obligations with Amtrak.

Local communities

Localities and organizations in both Kansas andh&astern Colorado are providing matching
funds to the TIGER program. Together, these estitiave combined to pledge $300,000 to this
project.
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The communities are listed below:

Garden City, KS ($12,500) Dodge City, KS ($12,500)
Hutchinson, KS ($12,500) Newton, KS ($12,500)
Bent County, CO  ($14,000) Las Animas Count®, ¢510,000)
Otero County, CO  ($10,000) Prowers County, CO ($10,000)
Pueblo County, CO ($100,000) City of Lamar, CO ($10,000)
City of La Junta, CO ($10,000) City of TrinidadPDC  ($10,000)
[-25 Coalition, CO  ($75,000) Colorado Rail Ragger Association
($1000)

V. Selection Criteria

A comprehensive benefit-cost analysis (BCA) hasp@educed that covers a forecast period
extending 20-years beyond the project completioouth to calendar year 2035. The basis for
the benefit-cost analysis was a comparison of tBwi. "no-build" scenarios for the project. In
the BCA, operational, commercial as well as saaomacts were examined in detail in order to
identify the internal and external benefits tha expected to result from the project. The stream
of project benefits expected in each future yeaevtieen monetized and discounted to present-
day valuations using rates of 3% and 7% as spddifithe NOFA documents. The analysis
supporting the benefits calculation has been sumethin this application. Detailed documents
showing study methodology have been provided iratt@®mpanying appendices. In addition to
the quantifiable benefits, the project is expedtedrovide social benefits that were not
monetized for the purpose of this application. phenary social benefit in this area is the
expected gain in overall economic activity that Wddoe experienced locally as well as
throughout the region.

a. Primary Selection Criteria

The Amtrak Southwest Chief Route Improvement Projet can be fully completed before the
end of 2015. The project is forecast to createifsogmt and immediate economic benefits
throughout the region starting in 2015. Long teustained benefits will be generated directly as
a result of operational efficiencies made posdilyl¢he rail upgrade, but also indirectly through
the economic impacts that reliable passengereatice sustains along the Southwest Chief's
route through Kansas, Colorado and northeast Newidde

TIGER Grant Application Confidential Business Information Southwest Chief Route
Narrative Redacted Improvement Project

Page 15 of 26



Long — Term Outcomes

Our analysis indicates that the project will pravglgnificant long-term benefits to the region
and the nation as described in detail below. Theetits analysis covers the time period from the
present through 2035, twenty years following trenplked completion of the project in 2015. The
direct beneficial impacts of the project were gifeedt only through the year 2035, however, it is
expected that benefits will continue to accrue Wwelfond that time as the useful life of properly
maintained railroad capital investments such ds<ea exceed well beyond twenty years.

I. State of Good Repair

The state of good repair of existing transportafamilities will be enhanced by this project in
that it will greatly reduce the need for track maimance spending in the future.

Savings on Track Maintenance

By directly improving the condition of the BNSF iastructure used by Amtrak’s Southwest
Chief, there will be significantly less need fopexsive track maintenance going forward. By
changing out ties and rail, adding ballast andasimg, it will be possible to operate at track
speeds that are significantly higher than wouldenilise be possible. Without the TIGER VI
project, passenger speeds on the segment willioketer from the present mix of 60 and 80
MPH down to mostly 30 MPH by the end of the secdaedade of the forecast. Freight train
speeds will be similarly impacted, dropping from@®MPH down to mostly 25 MPH in that
same timeframe. These conditions will negativelpact operating costs, as explained in the
sections below. In terms of track maintenance, @aewly rehabilitated track structure will
have significantly lower maintenance needs for mggrs than would an un-rehabilitated,
deteriorating track structure. This differencepending need over time will be significant, and
it has been quantified for purposes of the BCA.

ii. Economic Competitiveness
Reduced Operating Costs — Amtrak Southwest Chief

In addition to the benefits accruing to passendbesinfrastructure improvements that the
TIGER VI project will produce will also provide sigicant long term benefits to the operators
that make use of the LaJunta Subdivision. Bothaipes — Amtrak and BNSF — will be able to
take advantage of the improved operating efficienthat will be possible with the faster
running times across Kansas and eastern Coloréle.efficiency gains will come in three
principal areas — through improved locomotive métion, improved car velocity and enhanced
labor efficiency. In the case of Amtrak, fastenming times over upgraded project trackage will
save between 1 %2 and 2 ¥z hours of running timgéhesNo-Build scenario (depending upon
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forecast year). The earlier arrivals made posdiplthe TIGER project will allow Amtrak time

to properly clean, inspect, repair and re-stocketipgipment at each end of the run so it will be
ready for their next trip. If sufficient time i®hallowed for servicing — which may be the case if
La Junta Subdivision trackage is allowed to detat®o— costs can increase significantly for
Amtrak.

A cost that is borne directly by Amtrak as a resfislower operation is the cost of labor for its
on-board employees. On the Southwest Chief, thedr“service crews” are comprised of a
number of different job classifications, such asatgendants, waiters, dining car stewards and
cook/kitchen staff. The total number of employeethe service crew varies depending upon the
season, from a low of seven to a high of 10. Alsdboard the Amtrak trains are employees
working as the “operating crew”, typically two engers and two conductors. The hourly cost
of these service and operating employees was iadlad a cost variable in the BCA, using
average figures for the number of employees asagediheir rates of pay. The increased running
times expected under the no-build scenario woiddlten additional labor cost for Amtrak, as
the monthly hours worked by their employees woidd substantially with the less-efficient
operation.

Reduced Operating Costs — BNSF Freight Operations

The other project beneficiary in this category Wi the owner of the La Junta Subdivision,
BNSF. Improved running times made possible byTd@&ER grant will allow BNSF’s freight
trains to travel the line in less time, improvidpor efficiency and also the velocity of
equipment on the trains. This reduction in runetiwill provide BNSF with substantial
operational savings in both equipment (locomotive ear) cost and labor cost.

In the case of locomotives, the faster running dpedll mean that BNSF will have these
expensive assets back at their home terminals soali@ving them to be serviced and utilized
for other tasks earlier than would otherwise besfiids. This improvement in velocity and
resulting reduction in turn-times will reduce tla@way’s overall need for locomotives, possibly
allowing reductions in fleet size vs. the no-bwgtenario.

For the rail cars moving on BNSF's trains, improwad velocity with the TIGER project can
translate into a reduction in car expense for #ileoad and its shippers (in the case of shipper-
owned cars). Owners of the cars used to transpodiugts on the line would enjoy faster cycle
times which would reduce their need for equipmBgtimproving velocity, owners of these
expensive locomotive and railcar assets will reasignificant benefits over time, improving the
cost-effectiveness of rail transportation in thgioe.

In the category of labor efficiency, the fasternung speeds that would result from the TIGER
project would reduce the running times over theluata Subdivision for BNSF’s freight trains.
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The amount that BNSF would save as a result ointipeoved mileage per freight train-hour
would depend upon the specific labor agreementdaice on that subdivision.

Job Creation and Near - Term Economic Activity

In the near term the rehabilitation effort will ate high-quality, skilled railroad jobs involved in
the installation of the relay CWR, turnouts, anddg crossings. These jobs will be supported by
the general overhead functions of the BNSF Railwayaddition, local community support of

the track gangs will drive an economic impact aesthcommunities, although only for the

period the track gang is in the vicinity. UsingtGEA job creation factor referenced in the
NOFA as applied to capital projects, the $24.3Mested in this project creates 312 direct,
indirect, and induced job-years throughout the gdreconomy and specifically in the rail
construction and supply industry. These includeufecture and transportation of the steel,
recycling of the scrap rail, manufacturing and rtemance of the track machines, manufacture of
ties, plates, the production of ballast, etc.

Long Term Employment

The long term employment opportunities realizedHgypreservation of the route are primarily
in sustaining the jobs associated with the dirgetration and support of the train (Amtrak had
11 employees in Kansas in 2013) or those opportgréissociated with tourist destinations
served by the train. Towns and communities albegdute see the train service as a way to
promote tourism in their locality. Recently it wasnounced that the historic La Castaneda
resort in Las Vegas, NM was sold and is to be suibistly restored as a tourist destination. Las
Vegas, NM is served by the Southwest Chief.
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lii. Quality of Life

The Amtrak Southwest Chief Route Improvement Ptdgeexpected to generate the greatest

monetary benefit within the Quality of Life categpwith that valuation being a direct result of
the faster running times that the project will
permit. As mentioned, the difference between
the Build and No-Build Scenario running times
for Amtrak’s trains across the La Junta
Subdivision will be significant — between 1%
and 2 % hours per train depending upon forecast
year. For the passengers aboard those trains, the
additional travel time that would result in the no-
build scenario would translate into a later arrival
at their destinations, effectively keeping them
from participating instead in other activities.
The “opportunity cost” of the additional time
spent on the train has been monetized using

values provided by USDOT for the purpose of

Figure 6 - Station stop at Garden City the BCA

Benefits in this category have been quantified @asdmmary of annual impacts of on-board
passenger delay has been presented in Appendix 4c.

Socioeconomic Impacts of the Project

The project improvements will occur across ten ¢esrin Kansas and Colorado with a total
population of 173,931 persons as of 2013 accoriting S. Census Bureau figures. These rural
counties have several demographic characterigiesant to the achievement of TIGER
program socioeconomic objectives.

Bent County, Colorado, as of February 2014, hadreamployment rate of 7.2% which is
higher than the national average of 6.9%.

The region has a much higher Hispanic/Latino pdpariaas a percentage than the nation as a
whole. In aggregate the percentage of the comlgnadty area population in this ethnic
category is 29.6% as compared to a national Hisflzatino population of 16.9%. Finney

and Ford County in Kansas have notably higher Higpiaatino populations of 47.7% and
52.1%, respectively.
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Six of the ten counties have populations over Gxgyef age that are larger as a percel
population than the national rate of 13.7%. Stafand Edward County in Kansas he
substantially higher elderly population percentagfe®0.7% and 19.4%, respective

While the counties in aggregate have populatiof®the poverty line a few fractions of
percent beneath the national average, ff the counties have larger than aver
populations in povertyl' he percentage of the populationsBent and Prowers Counties
Colorado living beneath the poverty liare21% and 22% respectively.

All the counties have a per capita money incomeis below the national averag
substantially so in several cases. Four counties par capita income that is less than ¢
of the national average: Finney and Ford County)38a (78% and 73% respectively)
Bent and Prowers Counties, Colorado (54% 65% respectively)This qualifies these
counties as Economically Distressed Areas under thi¢eria established by the Publ
Works and Economic Development Act of 19

Figure 7 - Percent of Project Area Population 65 Years Figure 8 - Percent of Project Area Population that is
and Olde r Hispanic/Latino

Figure 9 - Percent of Project Area Population Living Figure 10 - Per C apita Money Income by County in the
Beneath the Poverty Line Project Area
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The preservation of Southwest Chief service andeéb@nal economic activity created by the
project construction will provide short and longhtebenefits to these disadvantaged populations
and the Economically Distressed Areas along thgepralignment.

Iv. Environmental Sustainability

This section quantifies and monetizes the amouit@fgas as well as pollutants VOC (volatile
organic compounds), NOx (nitrogen oxide), PM (atate matter) and SOx (sulfur dioxide)

that is emitted by engines powering vehicles ohdaansportation mode. The results of the
environmental sustainability analysis indicate thatre are slight additional costs over the 20
year forecast period associated with passengang @sntrak’s Southwest Chief rather than
traveling by other modes. The majority of the oasiance can be traced to fundamental
differences between the engine types used to pra@betles of each mode — locomotive, bus,
automobile and aircraft. In this case, the questiof nitrogen oxides (NOx) and particulate
matter (PM) emitted by diesel locomotives — wheamed on a per-passenger-mile basis — are
higher than what is emitted by engines poweringales of competing modes.

v. Safety

The proposed project made possible by TIGER VI Giwamds would generate significant safety
benefits by encouraging the traveling public tdizdirail service in preference to less safe
modes of transport. The faster running speedsthiegbroject would allow would encourage a
greater share of travelers to utilize rail serviegher than divert to travel by personal vehiale o
highways. Highway travel is the least-safe mod@afel available over longer distances, so
minimizing the number of journeys via that mode ioyes public safety. The travel diversion
model provided in the application appendices shilmwsesults that the project would have upon
passenger diversion from Amtrak trains to perseoehicles, bus and air travel. For personal
vehicles alone, the net increase in highway milesitjgout the TIGER VI project would be
roughly ¥2 million VMT (vehicle miles traveled) ihé early years of the forecast, growing to
over five million VMT by the end of the forecastriwel when track conditions will be at their
worst. Along with that increase in vehicle-mileswid come a proportional increase in the
number of accidents, injuries and fatalities orhiaigys across the region. That modal diversion
can be minimized by upgrading the La Junta Subdinigrackage with the TIGER VI Grant
funds.
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Residual Value of Assets

In order to properly account for the value of assleat have useful lives beyond the 20-year
project analysis period, a calculation of assateaémaining at the end of the period has been
included in the Benefit-Cost Analysis. Appendishibws calculations that determine value
remaining in each of the principal asset categ@ig¢ke end of the 20-year analysis period.
Depreciation rates were based upon expected usafslfor each asset class based upon
experience on rail lines with similar charactedstacross the country. The value of assets
calculated for the 20th year was then discountatktermine a net present value for the base
year of the project.

b. Secondary Selection Criteria

I. Innovation

Other than any new track maintenance machinesozepures the BNSF may employ to
perform this project, it does not incorporate regenovations. BNSF stays abreast of the latest
trends in railway right-of-way maintenance and mpooates them once proven as reliable and
efficient. Examples of these are the panelizedg@aossings and/or turnouts. The
revolutionary innovation regarding this TIGER picjeccurred sixty years ago when the Santa
Fe embraced CWR technology. Some of the rail liestas part of this project will be laid

down adjacent to some of the first CWR in the count

ii. Partnership

The development of this grant application involviee coordinated action of the key
stakeholders, the local communities in Kansas asidr@do, BNSF, and Amtrak. All of these
entities shared the common goal of preservingdhéerand making the continued operation of
the train feasible. This sense of partnership ealttinue if the grant is awarded and will expand
to incorporate KDOT as the role of project admiuaisir.

Listed below are the public and private stakehageartnering in this application. They are
many and range from members of Congress to ExesutosCounty Commissioners, Mayors
and others. Copies of letters of support fromehedividuals are in the Appendices.

1. United States Senator Jerry Moran 2. Senator Pat Roberts (Kansas)
(Kansas)
3. United States Senator Mark Udall 4. Senator Tom Udall (New Mexico)
(Colorado)
5. Senator Martin Heinrich (New Mexico) ~ 6Representative Lynn Jenkins'{2listrict,
Kansas)
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7. Amtrak President Joe Boardman &ansas Department of Transportation
9. BNSF Railway Company Chief Executivé0. Members of the Colorado General

Officer Carl R. Ice Assembly
11. Colorado Rail Passenger Association 25 Eco Development Committee
13. Garden City, Kansas 1MDodge City, Kansas
15. Hutchinson, Kansas 1®&ewton, Kansas
17. Bent County, Colorado 18.a Junta, Colorado
19. Lamar, Colorado 20Las Animas County, Colorado
21. Otero County, Colorado 22Prowers County, Colorado
23. Trinidad, Colorado 24City of La Junta, Colorado (Resolution)

25. Pueblo County, Colorado (Resolution)

Jurisdictional and Stakeholder Collaboration

This grant application involved the collaboratidn o

fourteen communities, counties, and public advo@aggnizations
one state department of transportation
two railroads

These entities have pledged funds towards the girimje collaborative manner to increase the
competitiveness of the application. This collatiorawill continue as these stakeholders are
committed to the success of the project and thenason of the Southwest Chief route.

Disciplinary Integration

The disciplines required to:

Operate a successful freight railroad and providafa infrastructure for rail transportation
Operate a long-distance passenger train

Manage the transportation assets of a state

Provide the executive leadership at the municipasll

Generate the public support and resolutions requog@rovide commitment of public dollars

are all present in this application. Each stakédotontributed in accordance with their
disciplinary field of expertise. Neither the projeoncept nor the grant application would be
possible without this cross-disciplinary integratiol he integration will be crucial to the
project’s success if the grant is awarded.
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V. Project Readiness and NEPA

a. Technical Feasibility

The technical feasibility of this project is suttat minimal technical risks are taken during its
execution. The project involves standard and nauitnstallation of continuous welded rail, a
common practice in the rail industry since the mitl950’s (and pioneered on this route).
Refurbishment of turnouts and grade crossing makesf industry-standard panels.
Mechanized track gangs and modern roadway maintengguipment are typical means BNSF
uses for work of this nature.

b. Financial Feasibility

Kansas Department of Transportation (KDOT) will awlister the grant if it is awarded to
Garden City for this project. KDOT has demonstigieoficiency in administering grants such
as this and has performed this role in other TIGERts. BNSF has the financial wherewithal
to support the work and has the cash resourcastessfully execute the project.

c. Project Schedule

The project schedule anticipates the work to béopmed during the construction season of
2015, providing for full expenditure of the TIGERds by the end of 2015. This satisfies the
TIGER requirement of having all funds obligatedJoye 2016. The estimated duration for the
construction is over a six-month period, factorimigp account contingencies in the schedule.
Durations typical for grant negotiations, admiragtsn, engineering planning, and procurement
are also considered in the schedule. A detailefprr budget is in the appendices.
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Appendix: Project Schedule
The Amtrak Southwest Chief Route Improvement Project
FY 2014 National Infrastructure Investments Program (TIGER VI)

2014 2015
# Component
J| FIM[AIM[JI1J|A|S|ONID|JI| FIM[AIM[JI|J|AlS| OIN|D
TIGER Application Submittal 3
TIGER Judging and Awards
Grant Agreement Development
1 |At-Grade Crossinggrocurement/Mob. -
Rehabilitation Design/Engineering
Permitting
Land Acquisition
Construction
2 | Turnout Procurement/Mob. .
Replacement Design/Engineering
Permitting
Land Acquisition
Construction
3 |Rall Rep|acement Procurement/Mob. -
Design/Engineering
Permitting
Land Acquisition
Construction | | | | |
Activity
Project Major Phases 2014 2015
AN EEREEEEEEEEEERERE
1: Planning, Procurement and Staging
2: Crossings and Turnouts
3: Rail Replacement
Legenc
|:| Design/Engineering . Land Acquisition |:| Construction ®@as
|:| Permitting |:| Construction
. Procurement/Mobilization |:| Miscellaneous
Figure 11 - TIGER Project Schedule
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d. Assessment of Project Risks and Mitigation Strat  egies

Minor schedule risks for the project involve thelalsissues of negotiations of the grant
agreement, research for any permitting issuesttandsual issues associated with a public
project such as this. Most of the constructioksiare mitigated by the railway operating
experience and economic weight of the BNSF RailWBMSF track gangs install hundreds of
miles of relay rail per year; the BNSF Engineerdepartment is fully abreast of rules and
regulations associated with this work. BNSF hassad they see no issues preventing this work
to begin and has sufficient quantities of rail amtl to begin at any time. Perhaps the biggest
schedule risk is reserving the BNSF Engineeringddiepent resources early enough to
incorporate the project into their CWR programs.

Permitting, Environmental and NEPA Requirements

No apparent obstacles exist concerning permitgngironmental, and NEPA requirements. A
pro-forma FRA Categorical Exclusion (CATEX) workshéas been completed by the project to
examine if any unforeseen environmental issuesamag which could lead to delays in
obtaining the categorical exclusion. Since thggut occurs on an existing railroad right-of-
way, many of the environmental concerns regardew construction have been eliminated.
Completing the draft CATEX did not reveal any issue

Legislative Approvals

No legislative approvals are required for the prbje be completed as described in the event the
TIGER funds are awarded.

State and Local Planning

This project preserves the investments made b$thte of Kansas and local communities in the
stations serving the Southwest Chief. Chaptentfie 2011 Kansas Statewide Rail Plan
describes in detail passenger rail in Kansas, paity the Southwest Chief. The majority of
the state and local planning involves the fundimgréstoration and/or construction of the
stations. These stations not only serve as dépotkeir respective communities, they
frequently preserve the historical facets of thenitipalities or become meeting points or focal
points for community activity. Excluding the $11llion repurposing of the Dodge City station
for a theatre and other functions, total improvetsen the stations in Kansas impacted by this
project (Hutchinson, Dodge City, and Garden Citg) approximately $1.5M. Colorado recently
created legislation establishing a commissionudyspreservation of the Southwest Chief route
through the southeastern portion of the state ghafahis TIGER project.
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